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INTERSTATE COMMERCE CONMIS<ION

REPORT OF THE DIRECTCR OF THE BUREAU OF SAFETY IN =E
INVESTIGATION OF AN ACCIDEXT WHICH OCCURRED 07 THE
NORFOLX & PORTSMOUTH BELT LINE RAILROAD AT PORT
NORFOLK, VA , ON MAY 1, 182%

Aucuet 1, 1920.
To the Commission

On lMfay 1, 1829, there was a side collision betrreen
two transfer trains on the Norfolk & Portsmouth Belt Line
Reilrcad at Port NWorfolk, Va., resulting in the death of
one employee and the i1njury of one employee.

Location and method of operation

The Port Morfolk vard 1s the northern terminus cf
this railroad, the tracks in this yard extend north and
south, are tangent and practically level, and parallel
ezch other, Zastward from what 1s known as yard track O
there are four trecks, designated as tracks A, B, C, and
D, while wegtward from track O the tracks are numbered
consecutively, 1 to 17 inclusive, these tracks vary 1in
length fron 1,364 feet to 3,745 feet, track 3 being 1,£38
feet long. The north lead track extends from northwest
to southeast, and the accident occurred at the fouling
point of track 3 with the north lead track. Transfer and
switching movements only are made within the yard, they
being made under yard rules, with no time-table schedules,
train orders or bleck-signal systenm in effect Crews of
the Southern Railway System makc deliveries and receive
cars in this yard.

The weather was clear at the time of the accident,
which occurred at ahout 10.45 p.m.

Description

N&PBL engine 35, headed north, and hauling 28 loaded
freipght cars, was in charge of Conductor Pierce and Ingine-
man Todd. Tnis transfer movement headed 1n the sopth end
of the yard on track 2 and instructions were Teceived from
the yardmaster to place the first 11 cars 1n the train on
track 1. These cars were cut off and pulled ahead, out on
the north lead track, after which tne switch leadinz to
track 2 was c¢losed, and as these cars were then being
backed in on track 1 at a speed of about 3 or 4 miles per
hour smizemw the car next to the engine was struck on tne left
gi1de by the leading var in a transfer train bein, shoved
northward on track 3 by Southern enzine 219.
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Southern engine 219, headed norilh, was 1in cherge of
Conductor Thowwson and Eungineman Kay. This engine hecded
against the south end of a trancfer train of 37 cargs thet
stood on track 3, wnich care filled that track to canocity,
and after shonng them northward about 70 fecet they fouled
the lead track and the heod car struck the cut oceing bocked
in on track 1 by N&PBL engine 35.

The leading car in the transfei trein beins shoved
by Southern engine 219 scraped the car next to IXPBL engine
35 1ts entire length and then cornered the tender cistern
and forced 1t againgt the boiler head. None of the equip-
ment being moved by N&PEL engine 35 was derailed, but the
leading cer 1n the traensfer train being shoved by Southern
engilne 219 came {o rest across track 4, lcaning toward the
left, somewhat damaged, while the following car was slight-
ly damaged but not derailed The employee killed wes the
fireman of N&PBL engine 35, and the employee 1njured wos
the engineman of thut engine.

Summary cf evidence

Engineman Todd, of N&PBL engine 35, stated that the
first he knew of anything wrong was when he heard the noise
caused by the lrading cer 1n the other transfer striking
hig engine and he immediately applied the air brakes. The
stetements of the other members of this crew added nothing
oT additional importance

Flagman Bone, of Southern engine 212, stated that he
was working as the field man on his transfer and that his
cenductor had instructed him that 1t waes intended to shove
their transfer out of the nortn end of track 3. N&PBL
engine 35 was standing on track 2 with the headlizht burn-
ing and he lined the switches for thet engine to pull the
head portion of 1ts transfer out on the lead track, thich
was done, and as those cars were being backed 1n on track
1 his own transfer was shoved northward on track 3 and
fouled the lead track Flagman Bone stated tn~t he did
not give any signal for the movement.

Head Brakeman Williamson, of Soutnern engine 219,
steted that he thought the cars in his transfer were about
two car~lengthe in the clecar at the north end of the yard
and that after his engine headed against the south end of
theee cars he gave his engireman a proceed signal, of his
own accord, as there was an engine on the south lead track
walting to get by. Head Brakeman Williamson stated that he
did not see the lighted lantern of the field man, recsived
no signal from the north end to proceed, and ¥as una are of
anything wrong, and after thc movement stoppced he began
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coupling the air and insnescting couvlings as ne walled
toward the north end of the yerd. I+t further anoe-red

from the statements of Heed Brakeman Williamson that hig
engineman ¢id not call for a eignal before the cors were
shoved agheed, ond that 1t was customary when coupling to

a cut of cars t0 snove ther ahead not over an eangine-
length, withoul receiving a signel fiom the field ran,

1n order to devermine whether o1l couplings heve been made,
but that in making a regular ysrd movement 1t 15 his gen-
cral practice not to give a signal tn move until 1%t heas
beer ascertained tnet the way 18 clecr. Fead Brakeoan
Williameon also sald that he was not familiar with instruc—
tions 1ssaed 1n 1936 prohibiting the shoving of cers until
g si1gnal from the field man sas been received,

Engineman Kay, of Southerr engine 219, stated thet
efter hoeding cginst the cars standiag on tr-ck 3 his head
brekeman, who was tnen scanding opposite the head end of
the first car, gave him a signal to proceed ana he shoved
the cars ahead about an engine-length and stopoed, not
being awarc of anything wiong until afterwards. The aar
brokes were not cut in on the cars after the engine 'ent
against them. Engineman Kagfurthe:r stated tnat 1t ves his
practice to accent a signal tc »roceced, such as was g1iven
11 this case, without any cuéstion. Statements of Fireran
Lamb brought out nothing additional of importance.

Conductor Thompson, of Southern egine 219, stated tbhat
he had been to the yard office to deliver and recsive bills,
during which tire the accident occurred. Before going to
the yard office he instructed Head Brakeman Williauson to
go to track 3 with the eagine and told Flagman Boune that 1t
was intended to shove the cars on that track. e censidered
these two brakemen reliable, and trusted them to carry out
the work during his absence., Conductor Thompson alego stated
that he had instructed Hesd Brakeman Williamson not to shove
cers until a signal was received from the field man, with
respect to making counlings and testing the air, the con-
ductor said that 1t 15 the duty of the head brakeman to
couple the engine to the cars and cut in the air, and that
the car inspector then works on the air. If any couplings
ere to he made the head brakeman makes them as he goes dong
the cut

Conclusions

This accident was caused by Head Brakeman Williamson
£1ving 2 vroceed signal without having received a similar
signal froa the field man to indicatc that the way was clear
for the intended movement.
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The following Smecicl Instructions were 1ssuzd by
the Southern Railway System, dated Pinners Point, Va ,
' Oct 13, 1926

"A11 Yard Train and Engine (rews

"In future when - orking Belt Liue connzction
you find No. 3 or any other ftrack full of crrs do
not allow your engine to shove these tracks in ot
the south end until you get a signal from your
rear man at the north end, the rear man will look
out and see that everything 1s clear on the ladder
vefore he will allov these cars to be shoved out.

"I hope you will comnly with these instruc-
tions and help keep accicents down

¢ L. Lipscomb
Geaneral Yardmaster

These 1mstructions covered the exsct situation as 1%
existed ot the time of the accident. Conductor Thomvson
end Engineman Kay were familiar with these instructions,
but Head Brakemwan Williamson, as vell as Flagman Bone,
said tney were necc acqueinted with them. It 18 not 2t all
certain thet this was the case, bLut even so,Head Srakeman
Williamson kncw nothing about conditions at the north end
of the yard, and common sense should have told hia not to
give 2 procead signal until he knew that the movemént could
be made in salety.

Head Brakeman "illiamson had been in yard service at
this point since March, 1928, prior to which he hod had
17 months'! experience as a road brakeman, Flasman Bone had
had more than two yeonrs' yard service. The other employees
were azlso experienced men, and at the time of the accicent
none of them had been on duty in violation »f any of the
provisiong of the hours of service law.

Ragpectfully submitted,
QP W. P. BCRLAND,

Director.



